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<54)TOe: RECIPROCATING PISTON ENGINE WITH PUMPING AND POWER CYLINDERS 




(57) Abstract 

An internal combustion engine power unit comprises two power cylinders (3, 4) spaced equidistant about a pumping cylin- 
der (5). All cylinders operate on two-stroke cycles, the power cylinders (3, 4) having a phase difference of 180°. Power piston ass- 
semblies (13, 14) in the power cylinders (3, 4) drive crankshaft (1). Pumping piston (16) and separate crankshaft (2) are driven at 
twice the cyclic speed of the power pistons (13, 14) and crankshaft (1) through gear train (6, 7) between the respective crankshafts 
l l, 2). Air inducted into pumping cylinder (5) via intake ports (20) is compressed and passed alternately to power cylinders (3, 4) 
via valve controlled transfer passages (21, 24). All valves, ports and gas passages are found in a cylinder head (19). Timed fuel 
injection and ignition are provided. An engine may comprise one or more power units. There is also disclosed a turbo-charged 
diesel engine comprising two power units in "V" configuration. 
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RECIPROCATING PISTON ENGINE VITH PUHPING AND POWER CYLINDERS 



TECHNICAL FIBLD 

This invention relates to reciprocating piston internal 
combustion engines of the type wherein, pumping and power 
cylinders are operated on two stroke cycles. 

BACKGROUND ART 

Engines of this type have been disclosed in numerous prior 
/aart which have intended to improve the efficiency and or power 
to weight ratio thereof. US, A, PATENT NO 1,881,582 shows a 
design which has a pumping cylinder driven at twice the cyclic 
speed of and alternately suppling a intake scavenging charge to 
two power cylinders, via transfer ports which communicate with 
the lower cylinder walls of the power cylinders, hence being 
timed by the power pistons. Although this design marginally 
increases the scavenging efficiency attainable and as compared 
to crankcase compression type two stroke engines, this design 
has and retains numerous efficiency problems of, including the 
fundamental inefficiency of, the conventional two stroke 
engine. The said inefficiency results from the opening of the 
transfer ports in the lower cylinder walls and which reduces 
the volume through which expansion occurs with the said 
reduction being used instead for a half of the transfer 
scavenging phase. Furthermore this design* due to the said 
transfer to the lower cylinder walls, has no potential for 
significant efficiency gains to be attained if valve controlled 
constant volume combustion chambers are to be used* 

A second type of engine which has pumping and power 
/^cylinders operating on two stroke cycles and which have 

Intended to overcome the above said undeslreable features are 
typically disclosed in U S PAT NCTS : 3,880,125 and 4,458,635. 
These designs have the pumping cylinder transferring the intake 
charge through valve timed ports which open into the power 
cylinder head section. U S PAT NO : 3,880,126, utilizes a 
combustion chamber which is in constant communication with the 
power cylinder and which has an excessive number of components 
whilst overall efficiency and power output are severley limited 
by a poor scavenging efficiency which primarily results from 
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the long transfer scavenging phase required of the design. This 
further exacerbats the obvious power to weight ratio 
limitations of the design. U S PAT NO: 4,458,635, utilizes a 
valve controlled constant volume combustion chamber which 
foregoing the supercharging system used that results in a 
similar said fundamental inefficiency, increases the scavenging 
and combustion e, f iciency and hence overall efficiency is also 
vaginally increased. Subsequently, only an average power to 
weight ratio results whilst an excessive number of components 
4P.S still a major problem. 

A further design of engine which shares similiar cylinder 
port and valve locations of the presented invention but which 
is outside of the technical field of this invention in that the 
power cylinders operate on four stroke cycles, is typically 
shown in GB.A PATENT NO 2071210. As such the pumping cylinder 
is used only as a supercharging device and is not necessary for 
the operation of the engine as is required in the presented 
invention. 

2* DISCLOSURE OF IBVE38TIOBT 

The presented invention discloses a novel design of engine 
which, significantly increases the thermal efficiency and power 
to weight ratio of all above said types of engines and 
increases the scavenging efficiency of the above said engine 
types which are within the field of this invention, and 
decreases the number., of components required for. the above said 
second type of engine. 

The principal object of this invention therefore describes a 
engine which has one or more units with a unit having a 
jumping cylinder with a pumping pi st on reciprocable therein and 
two power cylinders which have power pistons reciprocable 
therein, whilst all said cylinders operate on two stroke cycles 
and with the pumping piston being driven by means to 
reciprocate at and cyclicly operate at twice that of the power 
pistons of the power cylinders and with the intake charge of 
consecutive pumping cylinder cycles, being transferred 
alternately to the said power cylinders through transfer ports 
which communicate the head section of the pumping cylinder with 
the head section of each of the power cylinders. Each said 
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transfer port has communication between the said cylinders 
timed by atleast transfer valve means which, time communication 
between each transfer port and the power "cylinder which it 
opens into. The pumping cylinder induces, thereinto and through 
a intake valve timed intake port which passes through the 
said head thereof, atleast a major portion of the intake charge 
on its increasing volume stroke before on its decreasing volume 
stroke, the said charge of consecutive cycles thereof is 
transferred alternately to each of the power cylinders and or 
/fctheir respective combustion chambers through the said transfer 
valve timed transfer ports. The intake charge is atleast 60% of 
the air used in combustion whilst the head section may include 
the upper portion of the cylinder walls wherein, less than one 
third of the cylinder volume is provided. A power mainshaft 
causes reciprocation d£ the power pistons which relative to 
each other, are phased or phased about, one stroke apart, 
whilst a pumping mainshaft causes reciprocation of the pumping 
piston at the above said rate. Valve timed exhaust ports also 
exit the power cylinders through the said head section and 
iflprovide for the expanded gases thereof, to be exhausted 
therefrom. The said combustion chambers may be in constant 
communication with its respective power cylinder or 
communication therebetween may be controlled by a secondary 
valve which is timed to provide for constant volume combustion 
for atleast a portion of the time required for said combustion 
whilst in any case* from hereinafter and above, the opening of 
a respective transfer valve of a particular power cylinder is 
refered to a© opening into that said power cylinder. 

Preferable, the pumping piston of a said unit, is equally 
Jftdistanced to the power cylinders thereof and leads the power 
piston of the power cylinder which the intake charge is to be 
or is being, transferred into, to the • top dead centre' (from 
hereinafter refered to as 'TDC > position by, less than 60 % of 
the time the power cylinder piston is moving towards the said 
position whilst the pump mainshaft is driven by means, from the 
power mainshaft or the output shaft of the engine* It is 
further preferred that the respecitve transfer valve is closed 
before combustion initiates in that power cylinder whilst 
preferred valve timings which allow for the efficient operation 
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of the said engine are also stated. 

A farther object of this Invention has the engine Just 
described being optjonally rifled by varloos Improvements 
thereto and which have, the pnnplag eyUnder ' 
located aslauv .hove the power cylinder nalnshaft and or to 
have the valve train aetoat lag M ans and or other .« Jl 
device, being driven fro- oeans provided on or being located on 
the ponplng sunder »lnshaft or, on the power o y U»LT 
-inshaft between the said power cylinders and which provides 

ZlI.TT M81M tD " " hl ™*> * — «« "He 

tlndng nechanl.n, which varies atleast the closing tine of 

enhanst valve so that Its closing tl„ fe varleHo 

efficient operation onder transient operating condition.. 

l>eslrable co»bnstlon chanter deelgns of both abovesald 

coition chancer type, with the transfer and eeoondary velves 

being poppet type valves and with desirable locations and 

tilings thereof are fnrther objects of this invention. A still 

2CobW v Tr d ^Sns of the novel engine whilst a further 
^ect has the pulping cylinder utili 2 ing crankcase ^ Qn 
thereof to i^rove the charging efficiency thereof. 

BKIEF DESCRIPTIOH OF THE DRAVIIGS 

wh/r/" 1S " SCheaatlC Vlew of preferred design 

which is a inline single unit and showing the cylinders ports 
combustion chancer and valve opening locations thereof . 

FIG 2- is a cross sectional view taken along line A- A of FIG 
1 but around the piston crankshaft ^echanis* and with the ower 
crankcase removed. - r 

* FIG 3- is a valve tiding diagram of the preferred design in 
power cylinder crank angle degrees with the lines indicatL 
valve open ti*es and with the TDC position shown thereon being 
the TDC position of the first power piston. * 
_ PIG 4- Shows an alternative design which has two units 
being in a V configuration and utilising turbocharging and 
crankcase co^ression of the puling cylinder. One unit or ban, 
of cylinders is shown as a end view with the other unit shown 
as a cross sectional view taken along line B-B of FIG 5 but 
around the piston crankshaft mechanis* thereof and with partial 
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hidden detail shown and the lower power crankcase and lower RH 
side pumping cylinder crankcase being removed. 

FIG 5- is a top schematic view of the sectioned unit of FIG 
4 and shows the cylinders, ports, combustion chambers and valve 
opening locations thereof, 

FIG 6- is a valve timing diagram of the alternative design 
shown in FIGS 4 and 5 and uses the same features as described 
for FIG 3. 

FIG 7- is a end shematic view of an alternative V 
AJconf iguration and which shows the cylinder and crankshaft 
locations thereof. 

MODES FOR CARYING OUT THE HFVEHTIOJT 
Refer ing to all modes for carrying out the present 
invention, each said unit has a pumping cylinder 5 with a 
pumping piston 16 reciprocable therein and first and second 
power cylinders, respectively 3 and 4 with first and second 
power pistons respectively 13 and 14 reciprocable within their 
respective power cylinders. All cylinders of a unit share a 
^parallel axis and a common block 16 and a common head 19, 
whilst the pumping cylinder is evenly distanced to each of the 
power cylinders. A pumping crankshaft 2 and pumping conrod 17 
cause reciprocation of the pumping piston 16 and a power 
crankshaft 1 and power conrods 15 cause reciprocation of the 
said power pistons. Each said crankshaft is supported for 
rotation by bearing means whilst journal means which are not 
shown in the drawings, provide pivotal movement at the conrod 
crankshaft pivots and the conrod piston pivot. A pump drive 
gear 7 which is fixed to each of the pumping crankshafts 2, 
jaeooperatee with, is driven by, and is one half the diameter of, 
the power crankshaft gear 6 which is fixed to the power 
crankshaft 1. This gear arrangement then provides for the 
pumping pistons 16 to be reciprocated at and eye licly operated 
at, twice that of the power pistons. The phasing of the power 
pistons of a unit relative to each other, is one hundred and 
eighty power 'crankshaft crankangle* (from hereinafter is 
refered to as »CA' ) degrees. The first and second transfer 
ports respectively 21 and 24, remain in constant communication 
with the pumping cylinder. The crankshafts for carrying out all 
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nodes of the invention, are of the one piece type whilst all 
conrods are of the two piece type and bolt on to the respective 
crankshafts from the undersides thereof, for pivotal movement 
therearound. Of course the components and auxiliaries not 
illustrated and refered to, and which are required for the 
efficient operation of the engine, are included in all modes 
for carrying out the invention whilst water cooling passages 
are shown in the sectioned walls of FIGS 2 and 4 but are not 
numbered to reduce cluttering thereof . Furthermore, the 
AJrespective components of the first and second power cylinders 
are respectively refered to as the first and second said 
components, or they are refered to as the respective components 
of the power cylinder of which the description is directed to. 

Refering now to FIGS 1-3, the preferred design or mode for 
carrying out the invention, is a naturally aspirated inline 
version and with the pumping cylinder 5 being located in the 
middle of the first and second power cylinders, respectively 3 
and 4. The pumping crankshaft 2 is accessed and held in place 
20ay pumping crankshaft caps 38 which bolt into the engine block 
18 whilst the power crankshaft 1 is accessed and held in place 
by the lower crankcase which is removed in the FIG 2. The 
phasing of the pumping piston 16 relative to the power pistons 
13 and 14 has the pumping piston leading the piston of the 
power cylinder which the intake charge of that particular 
pumping cylinder cycle will be transfered into, to TDC, by 
forty power CA degrees. 

The preferred design has all intake, transfer, and exhaust 
valves being poppet type valves. The first and second combustion 
^chambers respectively 22 and 25, remain in constant 
communication with their respective power cylinder and each has 
a spark plug 35 mounted thereinto and which causes ignition of 
the combustible mixture therein. Petrol fuel injection means 36 
are mounted into each transfer port and inject a predetermined 
quantity of fuel thereinto as the said intake charge is being 
transferred into the power cylinder thereof. A first transfer 
valve 8 times communication between the first transfer port 21 
and the first power cylinder 3 whilst a second transfer valve 
10 times communication between the second transfer port 24 and 
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the second power cylinder 4. Two intake valves 12 time 
communication between the intake port 20 and tht* pumping 
cylinder 5. A first exhaust valve 9 times communication between 
the first power cylinder 3 and the first exhaust port 23 whilst 
a second exhaust valve 11 times communication between the 
second power cylinder 4 and the second exhaust port 26. The said 
exhaust ports lead to an exhaust manifold and eventually to an 
exhaust pipe whilst the said intake port leads to an intake 
manifold with air metering means therein provided. All of the 
/Qsaid valves are actuated by a single overhead camshaft which 
has a axis parallel to that of the crankshafts and is 
positioned directly above all the said valves so as to directly 
actuate them. The said camshaft is not shown on FIG 2 to reduce 
cluttering thereof and of the major features therof. The said 
camshaft is driven by chain means 46 from the camshaft drive 
sprocket 39 which is fixed to the pumping crankshaft 2. The 
sprocket on the said camshaft which cooperates with the said 
chain is a half of the diameter as the said camshaft drive 
gear, providing for the said camshaft to operate at the same 
cyclic speed as the power cylinders and as such, single 
camlobes actuate the transfer and exhaust valves, whilst two 
camlobes are evenly spaced around the said camshaft where the 
intake valves are actuated from* so that the intake valves open 
twice as often as the other valves and which follows the 
increased cyclic speed of the pumping cylinder. Variable 
exhaust valve closing event is obtained by a turning block type 
of variable valve timing mechanism which is not shown for 
reasons of undue complexity and which allows for the said 
valves to close between fifty and eevsnty power CA degrees 
^before TDC and depending on engine load and speed. This said 
variable closing is shown on FIG 3 by the dashed line thereon. 
The engine oil pump supplies the oil to the engine and is 
driven from the oil pun?) drive gear 40 which is fixed to the 
power crankshaft 1 between the power cylinders. 

The method of operation including the valve timings of the 
preferred design is now described. The intake valves 12 open 
when the pumping piston moves through to sixty pumping CA 
degrees after TDC. This allows the compressed intake gas of the 
previous cycle to expand substantially to atmospheric before 
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the said valves 12 are opened. With the intake valves 12 
opened and the pumping piston moving towards its ■ bottom dead 
centre- (which from hereinafter is refered to as ' BDC' ) 
position, the intake air is induced into the pumping cylinders. 
As the said piston 16 moves through forty said CA degrees after 
BDC the intake valves 12 are closed and the induction of the 
intake air ceases. At the same tin* the intake valves 12 close, 
one of the transfer valves 21 or 24 begins to open, initiating 
the transfer phase to the respective power cylinder of which 
/«the said open transfer valve opens into. The said transfer 
valve then regains open untill the pumping piston 16 moves 
through to ten said CA degrees after TDC which is shown in PIG 
3 and being thirty five power CA degrees before the piston of 
the said respective power cylinder reaches TDC. The piston of 
the pulping cylinder then continues towards BDC, and begins a 
new cycle thereof as is described above and when the intake 

TDC. The intake air of the next said cycle is transfered to the 
other power oylinder and the intake air of the following said 
^cycle and which is after the said next cycle is transfered to 
the said respective power cylinder starting a new cycle 
thereof. 

During the first part of the transfer phase to the said 
respective power cylinder, the exhaust valve thereof is open 
providing for the later part of the exhaust phase thereof to 
occu r which has the scavenging of the regaining exhaust gases 
from the said respective cylinder by the transfering intake 
air. The exhaust valve of the said respective power cylinder 
remains open untill the piston thereof moves to between fifty 
#and seventy power CA degrees before TDC. At high load and or 
*igh sp eed, the fuel is injected into the transfer port of the 
said respective power cylinder during the transfer phase and at 
low load and or speed, it ie mostly injected after the exhaust 
valve of that power cylinder has closed. With the fuel 
injected, a spark at the respective spark plug 35 causes 
combustion to occur about the TDC position. The piston of the 
said respective power cylinder then moves towards BDC, 
substantially expanding the gases therein to atmospheric before 
the exhaust valve begins to open when the said piston is at 
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forty five power CA degree before BDC. This then initiates the 
first part of the exhaust phase being blowdown, and then 
positive scavenging occurs whilst the piston thereof moves 
towards TDC 'until 1 .the transfer valve of that cylinder opens, 
beginning another cycle thereof and as is described above. The 
operation of the other power cylinder is the same as that 
described above for the said respective power cylinder but as 
is obvious, it occurs one hundred and eighty power CA degrees 
before and after it occurs in the said respective cylinder. 
/O. 

Refer ing now to FIGS 4-6, the alternative design or mode for 
carrying out the invention has two units which are set in a V 
configuration and with each said unit being one bank of 
cylinders of the said V. The power cylinders of each unit, are 
positioned close together with the pumping cylinder 5 of each 
unit being positioned on the outside of the said V but being 
central to the power cylinders of its said unit. Constant 
volume combustion chambers which have communication to their 
respective power cylinders being timed by secondary valves are 
Jfjused in the alternative design with the first said secondary 
valve being 27 and the second said secondary valve being 28. A 
turbocharger 41 is positioned in the middle of the said V with 
the exhaust manifolds 23 of all power cylinders communicating 
thereto whilst the exhaust , ports 23 and manifolds 23 share the 
same number. The pressurised intake manifold 42 leading from 
the turbocharger 41 communicates with the intake ports of both 
pimping cylinders whilst the crankcase intake ports 33 of both 
pumping cylinders is naturally aspirated. A single power 
crankshaft 1 causes reciprocation of all power pistons whilst 
#each pumping cylinder 5 has its own pumping crankshaft 2. A 
single power crankshaft gear 6 which is fixed to the power 
crankshaft, cooperates with the pumping cylinder drive gears 7, 
fixed to each of the pumping crankshafts. The phasing of the 
pumping pistons relative to the power cylinders of a respective 
unit, has the pumping piston leading the said power pistons to 
TDC by fifty power CA degrees. The phasing of the power pistons 
of the unsectioned unit relative to the said pistons of the 
sectioned unit, has the first power piston 3 of the sectioned 
unit, leading the said first power piston of the unsectioned 
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unit, by ninety power CA degrees. The power crankshaft 1 ls 
accessed and held in place by the lower power crankcase which 
is reeved in the drawings whilst each pumping crankshaft 2 is 
accessed and held in place by a pumping lower crankcase 47 
which is shown on the unsectioned unit of FIG 4. 

The alternative design has all intake, transfer, exhaust and 
secondary valves being poppet type valves whilst the crankcase 
intake valves 32 are reed type valves. The first combustion 
chamber 22 and the first power cylinder 3 has communication 
/therebetween controlled by a first secondary valve 27 whilst 
the second combustion chamber 25 and the second power cylinder 
4 have communication therebetween controlled by a second 
secondary valve 28. Diesel fuel injection means 37 are mounted 
into each said combustion chamber whilst ignition therin is 
caused by the temperature and pressure of the combustible 
fixture therein. Protrusions 31, on the top of each power 
Piston, extend upwards so that they substantially atleast, take 
up the volumes of each secondary port 29 and 30 which result in 
an efficiency increase of the engine. The alternative design 
Abas each unit having the same intake, transfer, and exhaust 
valve and port arrangements and functions, as are described for 
the preferred design although the positioning of soine valves 
and ports is altered. Each said unit has two overhead camshafts 
which are not shown in the drawings and which are driven by 
gear means from the pumping cylinder drive gear 7. One of two 
idler gears 43 cooperates with the said gear 7 whilst the 
another idler gear 44 cooperates with the idler gear 43 and 
with the camshaft gear 45 which is the same diameter as the 
power crankshaft gear 6. The said camshaft gear 45 is fixed to 
**he power camshaft which has single camlobes actuating each 
transfer, secondary, and exhaust valves whilst another gear 
which is fixed to the said power camshaft cooperates with a 
gear which is a half the diameter thereof and which is fixed to 
the pumping camshaft. The said pumping camshaft has single 
camlobes actuating the intake valves with the said diameter 
difference of the relevant gears providing for the increased 
cyclic velocity of the intake valves. 

The method of operation including the valve timings of the 
alternative mode is now described with reference to a single 
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unit, the intake valves 12 begin to open when the pumping 
piston moves through to seventy pumping CA degrees after TDC. 
This allows the compressed intake air from the previous cycle 
to expand substantially to the pressure of the intake manifold 
before it opens . With the intake valves 12 opened and the 
pumping piston moving towards its BDC position, the intake air 
is induced into tae pumping cylinder 5. Whilst the said piston 
16 is moving towards BDC, the intake air within the crarikcase 
is compressed. If the engine is operating above or about, fifty 
Jfcpercent of its possible load, then the turbocharger 41 is 
operating efficiently, and as the pumping piston uncovers the 
crankcase transfer ports 34 at fifty said CA degrees before 
BDC, then no crankcase transfer occurs as the pressure in the 
said cylinder resulting from the turbocharger 41 is as high or 
higher than that of the said crankcase. This then provides for 
the said crankcase compression to be utilized at the lower 
loads but not at the higher loads . as well as minimizing the 
maximum pressures attained in the said crankcase which then 
reduces the sealing requirxnent thereof and allowing for lighter 
2jsaid reed valve materials with lower opening pressures. As the 
said piston 16 moves through to fifty said CA degrees after 
BDC, the crankcase transfer ports 34 are closed and when the 
said piston moves to sixty said CA degrees after BDC, the 
Intake valves 12 are closed and the induction of the intake air 
through the intake ports ceases whilst if the engine is 
operating at a low load then on the said pistons up stroke, 
Intake air will be induced into the crankcase through the 
crankcase intake valves 32. One of the transfer valves opens 
when the pumping piston is at its BDC posit on, to initiate the 
jGtransfer phase to the respective power cylinder which the said 
transfer valve opens into. The said transfer valve then remains 
open untill the pumping piston has moved to ten said CA degrees 
after TDC and which is the same as that shown in FIG 6 and 
being forty five power CA degrees before the piston of the said 
respective power cylinder reaches TDC. The piston of the 
pumping cylinder then continues towards BDC and begins a new 
cycle thereof when the intake valves begin to open again at 
seventy pumping CA degrees after TDC whilst the intake air of 
the next said cycle is transferred to the other power cylinder 
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and so forth as is described hereinbefore. 

During the first part of the transfer phase to the 
respective power cylinder, the eecondary valve thereof is open 
providing for the scavenging of the exhaust gases fro* the 
combustion chamber thereof. The said secondary valve closes 
when the piston of that respective power cylinder has *oved to 
one hundred and fifteen power CA degrees before TDC. During 
this time the exhaust valve of the said respective power 
cylinder is open and closes when the piston thereof has moved 
mo forty five power CA degrees before TDC, allowing for nearly 
all the exhaust gas to be scavenged from the said cylinder 
except for a small residual portion thereof remaining. This is 
retained to highly pressurise the remaining gas so that when 
the secondary valve reopens when the piston thereof is at five 
power CA degrees before TDC, the pressure in the power cylinder 
is not significantly lower than that of the combustion chamber 
thereof which would decrease the thermal efficiency attainable. 
When the said piston is positioned about forty power CA degrees 
before TDC, diesel type fuel is injected into the said 
Combustion chamber which results in combustion occuring Just 
after the said relevant transfer valve has closed and so that 
as the said secondary valve thereof is opened, about fifty 
percent or more of the combustible mass has been combusted 
With combustion completed and the said power piston moving 
towards BDC, the gas from the combustion chamber flows through 
the secondary port and open valve thereof to expand 
substantially to ataosperic before the exhaust valve of the 
said cylinder is opened when the piston thereof is at forty 
power CA degrees before BDC. This initiates the exhaust phase 
** the said cylinder and as the piston thereof moves towards 
TDC, it positively scavenges the said cylinder until! the next 
transfer phase thereinto begins which starts the next cycle 
thereof and as is described above. The operation of the other 
power cylinder has the sa„e said valve and cyclic operation as 
that described above for the said respective power cylinder but 
as is obvious, it occurs 180 power CA degrees before and after 
it occurs in the said respective cylinder. 

The alternative V configuration of FIG 7 has two units being in 
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the said configuration with each said unit being one bank of 
cylinders for the said engine whilst the pumping cylinders 5 
thereof are located to the inside of the said V, and of the 
power cylinders. A single pumping crankshaft 2 causes 
reciprocation of both said pumping pistons 16 whilst a single 
power crankshaft 1 causes reciprocation of all said power 
cylinders. 

Obviously* many modifications and variations of the present 
/^invention are possible and it is therefore understood that 
within the scope of the appended claims, the invention may be 
practised otherwise than as specifically described. 
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CLAIMS: 

1. A internal combustion engine comprising of one or more 
-its with each .nit consisting of; a pumplng ^ ^ 
power cylinders all operating on two stroke cycles and all 
having reciprocating pistons operable therein,- said pumping 
cylinder having a mainshaft causing reciprocation of the 
Wing piston tlerein and being driven to perform two cycles 
to a p ower cyllnd£r slngle cycle; Mld , cylinder8 ^ 

~ inshaft to cause recriprication of the power piston in each 

zirr r linder5 sald power pistons being phased - ^ 

phased ab out OTe stoke apart; a cyliDder ^ ciQses 
adjacent ends of all said cylinders at the opposite end thereof 
to where the mainehafts are located; a said cylinder head which 
-y extend down the walls of the said cylinders to where one 
third of the respective cylinder volome is provided; a 

ZT^l Chamb€r V ° 1UB,e ^ P ° Wer C * Cli ^ ^ Prided 
in the said head; said combustion chambers have atleast the 

-ajor portion of combustion occuring therein and may be in 

constant communication with their respective power cylinders or 

communication therebetween may be timed by a secondary valve 

^ans whilst in either case, the said chamber is still refered 

to as the r-espective power cylinder, unless is otherwise 

stated; the said head has two transfer ports therethrough which 

communicate each power cylinder with the pumping cylinder at 

the head sections thereof and are timed atleast by transfer 

valve means which time communication between the said transfer 

ports and their respective power cylinder; the said head has 

two or more exhaust ports therethrough, with one or more of the 

said exhaust ports exiting each power cylinder whilst 

^communication therebetween is timed by exhaust valve means to 

itellow exhaust gas to flow from the said power cylinders as 

required by the engine operation; the said head has one or more 

intake ports therethrough and to the pumping cylinder, with 

intake valve means timing communication therebetween and to the 

Piping cylinder; said intake valves open to allow atleast a 

major portion of the intake charge to be induced into the 

pumping cylinder, substantially atleast when the piston thereof 

is moving to increase the said cylinder volume; the said intake 

charge may be any combination of air fuel and exhaust gas used 
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in the combustion process but has atleast sixty percent or more 
of the intake air used in eaid combustion; the intake charge 
having been induced into the pumping cylinder, is transferred 
alternately to each of the power cylinders through the 
respective transfer ports thereof and which have the transfer 
valves thereof open, and into the said power cylinders as the 
pumping piston, substantially atleast moves to decrease the 
volume thereof; after combustion the power pistons move through 
to BDC with the respective exhaust valve of a power cylinder 
^opening as the piston thereof has moved to about, or before 
said position which initiates the exhaust phase thereof. 

2. The engine of claim 1 wherein; the pumping piston leads 
the piston of the power cylinder which the intake charge is 
about to be transfered into, to the TDC position by less than 
60 % of the time the said power piston is moving towards said 
position; the said means which cause the pumping piston to 
operate at the increased cyclic velocity, is driven from the 
mainshaft of the power cylinders or the engine output shaft. 
3. The engine of claim 2 wherein; the pumping cylinder is 
^positioned atleast substantially at an equal distance to each 
of the power cylinders; said intake valves begin to open 
between 0 - 20 % of the time required for a power cylinder 
cycle, after the pumping piston reaches its TDC position and 
closes between 20 - 48 % of the said time after the said 
position; the transfer valve, which times a respective transfer 
port to allow the transfer of the Intake charge of that 
particular pumping cylinder cycle into a power cylinder, begins 
to open between 10 - 40 % of the said time before the said 
position and closes between 10 % of the said time before and 
after the said position; said exhaust valve of a power cylinder 
^begins to open between 25 - 55 % of the said time after the 
piston thereof reaches its TDC position and closes between 55 - 
97 % of the said time after the said respective power piston 
reaches TDC; the transfer valve of a power cylinder closes 
atleast before 30 % of the combustible mass thereof is 
combusted. 

4. The engine of claim 3 wherein; a constant volume 
combustion chamber is provided between the said transfer valves 
and secondary valves; said combustion chamber providing 
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constat ,olo»e oo.b»stion for atleast . porlloo of 

«- retired Ior eOTbusUM „ a of tk> coab ^ tlMe ^ 

t V " ValV6S ="-°"<=««- ««»..„ the cosbUt.o. 

ohasbers and the power cyllndersi the ^ secoB ^; Stl °» 

valve of . eald poTOr OJrU „ d . r beg±ns ^ X 
the tise r.,„.r. d for a power cyllnler cycle ^ ^ °* 

Z T tl r after tie ™ pist ™ «■ « z*z 

T " Sl ° e ° f 3 " herel,,i the —".stio. ch.sbers 

res.^. constat co„ m ic.tion with their respective per 

^6. The engine of cl.i. 4 wherein; at least the transfer and 
exhaust valves are of the poppet type, the ste^ of Z 
transfer vlves ana stes or other .ctuatlng portion of the 

so t^ c oao nixture therein is not locate ,u arouno 

the said portion of the said valves. 

J. The engine of cl.i. 5 .herein; at least the transfer and 
valves 1. loc . ted . tlMst snbst „ tlany 

cylinoer bet to one sloe thereof; the cosbostlon chaaber is 
locate, below the heao of the transfer valves with the Jll. of 
sai d chaster exten d ing sohst.nti.Hv to«*. the -ia^t 
thereof so th.t the w.11. d effaing the s.i d chaster act as a 
port a. d converse the flow of the transfering int^e oaarge 
.iter the sai d tr.nsfer valves „ d direct it to leave the 
cosbostlon chaster, in a downward direction; 70 * or sore of 
the volo» attainable .he. the power plstioo is at TDC is 
Slavailable in the sai d cosbostlon chancer. 

of li " Clal ° 3 tte " ls <* tJ » »>'» ehaft 

of the pMp in g cylinoer Is locate* above the power cylinder 

»!» shaft axis on that line which extends t nerefros and wnict 
cylinders of a unit have a paraUel axis .n d are i. «... 
sainsharn T~ ^ ' **" 

salnshaft has any said valve driving or actuating ae.no an d or 

other auxiliary de vlce being Iriven fro. w 

locates thereon. ""'"^ ° r 
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10, The engine of claim 3 wherein; the portion of the power 
cylinder mainshaft between the 2 power cylinders has a valve 
driving or actuating means and or other auxiliary device being 
driven by means provided or located thereon. 

11. The engine of claim 6 wherein; all said cylinders of a 
unit, have a parallel axis; the secondary valves are of the 
poppet type; at least the transfer and exhaust valves utilize 
the pressure respectively within the combustion chamber and 
power cylinder to increase the pressure on the sealing faces 

/Gthrerof; the transfer valve of a power cylinder has its stem 
extending from the head of the said valve so that it extends 
within, 15 degrees past and in the direction of the power 
cylinder fron the pumping cylinder, that plane which is 
perpendicular to a line drawn between and which is at right 
angles to the pumping and said power cylinder axis and, 15 
degrees past and in the direction of the mainshaft, that plane 
which is perpendicular to the cylinder axis; the respective 
secondary valve of a power cylinder has its stem extending from 
the head of the said valve so that it extends within, 15 
2Qdegrees past and in the direction of the pumping cylinder from 
the power cylinder, that plane which is perpendicular to the 
above said line which extends between the said pumping and 
power cylinders and, 15 degrees past and in the direction of 
the mainshaft, that plane which is perpendicular to the 
cylinder axis. 

12. The engine of claim 7 wherein; all said cylinders have a 
parallel axis; The transfer and exhaust valves utilize the 
pressure within the combustion chamber power cylinder volume to 
increase the pressure on the sealing faces thereof; The 

.^respective transfer valve of a particular power cylinder has 
its stem extending from the head of the said valve so that it 
extends within, 15 degrees past and in the direction of the 
power cylinder from the pumping cylinder, that plane which is 
perpendicular to a line drawn between and which is at right 
angle to, the pumping and said power cylinder axis and, 15 
degrees past and in the direction of the mainshaft, that plane 
which is perpendicular to the cylinder axis. 

13. The engine of claim 3, substantially as herein described 
with reference to the drawing numbers 1-3, but except for; 
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the overhead cam gear and drive thereof; the specified fuel and 
ignition means; the specified crankshaft and conrod design; the 
component locations but foregoing that of the combustion 
chamber, the valves, and of the ports thereof. 

14. The engine of claim 3, substantially as herein described 
with reference to the drawing numbers 4 - 6, but except for- 
the overhead cam gear and drive thereof; the specified fuel' and 
ignition means; the specified crankshaft and conrod designs; 
the component locations but foregoing that of the combustion 

/^chamber, the valves, and of the ports thereof. 

15. The engine of claim 3 wherein; 2 or more said units are 
utilized in a V configuration so that the atleast the power 
cylinders thereof are in a V configuration with atleast the 
power cylinders of one or more units being a bank of cylinders 
in said V configuration; a singular mainshaft causes 
reciprocation of the pistons of the power cylinders of atleast 
the 2 units required for said V configuration and a seperate 
singular mainshaft causes reciprocation of the pistons of the 
pumping cylinders of atleast the said 2 required. 

20. 16. The engine of claim 3 wherein; atleast the pumping 
cylinder utilizes" the crankcase thereof for crankcase 
compression with crankcase transfer ports communicating the 
said crankcase with the lower said cylinder wall so that as the 
piston thereof is near its BDC position, it uncovers the said 
ports to allow the flow of a portion of the intake charge into 
the said cylinder; crankcase intake valve means time 
communication between the crankcase intake port or manifold and 
the said crankcase so that the said charge is induced whilst 
the piston thereof is atleast substantially moving towards its 
TDC position. 

30. 17. The engine of claim 3 wherein: the pumping cylinder is 
positioned other than between the power cylinders so that the 
distance between the said power cylinders is less than the sum 
of one pumping cylinder bore diameter and 2 wall thickness 
which may seperate the pumping and power cylinders; the exhaust 
manifold of each power cylinder enters a turbocharging device 
which utilise the exhaust gases of the said power cylinders to 
increase the pressure of the intake gas. 

18. The engine of claims 16 and 17 combined and wherein; the 
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pressurized intake manifold leading froxa the turbocharger 
communicatee with the pumping cylinders intake port; the said 
crankcase intake port and or manifold is naturally aspirated. 

19. The engine of claim 3 wherein; the intake valves closes 
25 - 40 % of the said time after the said position; the said 
transfer valve opens 15 - 40 % of the said time after the said 
position. 

20. The engine of claim 3 wherein; poppet type valves are 
used for atleast the transfer and exhaust valves; a variable 

/ftvalve timing mechanism which may vary any combination of the 
said valves open and or closing times and rates as well as open 
duration and or lift, is used to vary atleast the closing time 
of the exhaust valves. 
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